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Abstract
Small-scale Unmanned Aerial Vehicles (UAVs) have been used for decades and are
increasing in number and effectiveness as aircraft, sensor and automation technologies ma-
ture. Since the demand for UAV platforms capable of performing multiple missions with
enhanced performance is increasing, technologies as Circulation Control (CC), which is an
active flow control technique that is used to achieve enhanced payload and aerodynamic
efficiency, attracts the interest of the research community. This thesis describes the design,
development,integration and testing (ground and flight testing) of a CC system capable to
provide the required mass flow for a CC-based flight. Performance evaluation is conducted
at individual component level and at overall system level using computational fluid dynam-
ics analysis and experimental testing. The CC system, when integrated on-board the UAV,
can achieve momentum coefficient of blowing (Cµ) ranging from 0.009 to 0.05 depending
on the application. Flight testing results validate the performance of the system and indi-
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The research in the field of aviation has expanded the versatility and variety of small
Unmanned Aerial Vehicles (UAVs). However, the limitation of payload capacity, infras-
tructure to take-off and land and limited flight duration, have restricted their applications
from spreading into wider frontiers. Hence, in recent years the need for revolutionary
concepts to further enhance the aerodynamic characteristics of UAVs is of increasing in-
terest. The use of pneumatic control aerodynamic high lift configurations has been under
research for over 60 years, and has shown potential to drastically improve aircraft systems
[10, 11, 12, 13]. Circulation Control (CC) is an active flow control technique and has found
its best application as a method of lift augmentation. The application of CC on Class-I
UAVs (Maximum take-off weight < 20 lbs) to enhance their performance is challenging
due to the high energy and high mass flow of air that is required. In order to implement CC
additional pneumatic components are required on board. The restriction in space, power
and payload on-board adds constraints to the pneumatic source and delivery system. This
thesis summarizes research to design, develop and test a pneumatic system to support CC
on the Unmanned Circulation Control Aerial Vehicle (UC2AV).
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1.1 Motivation
The idea of Coanda driven CC, which is an active flow control approach is proven to
be the most effective method for lift enhancement when compared to traditional lift aug-
mentation devices[14, 12, 13]. Kanistras et. al. [9] indicates that a NACA0015 Circulation
Control Wing (CCW) can achieve a lift augmentation of up to 0.89 (Cl) using a dual radius
flap and upper slot TE blowing in a wind tunnel environment. Literature reveals the com-
plexity in the design of a pneumatic source to apply CC on a Class-I UAV, and thus only a
few UAVs have taken flight using CC applications. The following research questions have
motivated this work:
• Is it feasible to use a centrifugal compressor-based pneumatic power source to meet
the mass flow requirements of CC?
• Can rapid prototyping be used as an alternative method to manufacture a light weight
pneumatic system?
• What are the steps, constraints and considerations during the design of a pneumatic
system to support CC ?
1.2 Problem Statement
The implementation of CC on-board small-scale unmanned aircraft has challenges due
to payload, space and power constraints. The problem statement for this research focuses
around (i) the need for a pneumatic power source which can deliver high mass flow of high
energy air; (ii) the need for a system to deliver the air from the pneumatic source to the CC
slot uniformly with minimized losses and influence on the ASU performance; and (iii) The
need for accurate instrumentation to test the performance of the various components.
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The end goal of the research is the development of the UC2AV to efficiently augment
lift using CC and thereby achieving reduced run way distances and increased payload ca-
pabilities. The predicted take-off characteristic of the UC2AV is shown in Figure 1.1.
Figure 1.1: Prediction of the take-off perfromance of the UC2AV due to enhanced lift using CC.
1.3 Methodology
To tackle the challenges of achieving CC on-board a Class-I UAV, the research method-
ology focuses on the design and development of a light weight and compact pneumatic
power source capable of providing the high energy and high mass flow of air. Centrifugal
compressor configurations are tested to function as the pneumatic power source, called the
Air Supply Unit (ASU). For the design and testing of the ASU a method of approach which
includes 1-D optimization; CFD analysis to validate the theoretical design; 3-D rapid proto-
typing and testing of various compressor configurations is proposed. Research also focuses
on the design, simulation and testing of a pneumatic delivery system called the Air Deliv-
ery System (ADS), which affects the compressor’s performance. The ADS consists of: (i)
the inlet ducting passage; (ii) the internal ducting that connects the ASU to the plenum;
and (iii) the plenum, which is responsible for delivering the mass flow across the span. The
3
research to achieve uniform flow for CCWs is based of work by Kanistras et. al. in [9, 15],
where a design that can distribute air uniformly across the span is presented. This work
is taken as a baseline model and further design changes are made to the plenum design to
minimize losses for efficient functioning of the ASU.
1.4 Summary of Contributions
The primary contribution of this work is the development and evaluation of a CC system
for the Unmanned Circulation Control Aerial Vehicle (UC2AV ). This UC2AV is the first
of its kind CC based airplane to demonstrate enhanced performance during flight testing.
The main achievements and contributions are summarized as follows:
• Determine the best fit configuration of a centrifugal compressor as a pneumatic power
source to achieve CC on a Class-I UAV.
• Design and build a light weight ASU that can meet the mass flow requirements to
achieve effective CC.
• Investigate a suitable design of pneumatic plumbing that can minimize losses.
• Design, build and test a CC system which is integrable on-board the UC2AV .
• The CC system is capable of achieving a momentum coefficient of blowing (Cµ) of
0.05 on-board the UAV.
The other achievements and contributions can be summarized as follows:
• Design and build a CCW, consisting of internal tubing and plena, which ingrates with
the dual radius flaps to the CC system.
• Build theUC2AV and integrate the CC system and instrumentation system on-board.
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• Reduction of runway take-off distance by 53% during flight testing.
• Design and build a diffuser-nozzle based plenum to form the slot and deliver the air
uniformly across the dual radius flap.
1.5 Organization of the Thesis
The remainder of the thesis is organized as follows: Chapter 2 consists of the literature
review, where background information on different approaches to apply CC for various
applications, along with a summary of research on design, computational and experimental
testing of centrifugal compressors. Chapter 3 presents theoretical background, a design
methodology and primary experimental results of the ASU. Chapter 4 presents the details
of design development and experimental/ computation testing of the CC system and its
subcomponents. Chapter 4 also presents the overview of the CC system and integration on
the system on-board the UAV. Chapter 5 presents the design of the UC2AV and results from





Circulation Control (CC) is one of many active flow control techniques, which has
been under investigation since the 1930’s [14, 12, 13, 16]. Extensive research has been
conducted to study the effects of CC on aerodynamic bodies; numerical and computational
studies have been conducted to understand the effects of CC on flow fields, while wind
tunnel tests have proven the efficiency of CC as a lift augmentation method [17, 18, 14,
12, 13, 16]. Although CC has been widely investigated and has found its way into a large
number of applications, implementation of CC on Class-I UAVs (MTOW < 20 lbs) has
not received much attention due to the space limitations within the UAV’s fuselage, the
power restrictions on-board the UAV and the complexity of the Circulation Control Wing’s
(CCW) geometry. The beginning of this section provides overview of research related
to applications of CC on UAVs and scaled wind tunnel models and their pneumatic CC
systems. The latter half of the section focuses on review of literature related to centrifugal
compressors (their design methodology, performance and applications) as a potential Air
Supply Unit (ASU).
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2.1 Circulation Control Applications
The first attempt to apply CC on a diamond shape wing UAV was the Flapless Air-
Vehicle Integrated Industrial Research (FLAVIIR) project, which was a five year research
program among ten British universities. The main objective of this program was the devel-
opment of technologies that can enable low-cost UAVs to be maintenance free, by replacing
conventional control surfaces while retaining the performance characteristics of the aircraft
[2, 3, 10]. DEAMON has CC based units which replace TE control surfaces for roll con-
trol, and a Coanda based Fluidic Thrust Vectoring (FTV) nozzle for pitch control. The FTV
nozzle uses air-bleed from the turbojet main engine, while the Auxiliary Power Unit (APU)
supplies the pressurized air to the CC devices. Figure 2.1 shows the complete component
layout of the DEAMON UAV.
Figure 2.1: Component layout and details of the Deamon UAV [2].
The UAV has 4 CC units, where each unit requires 20 g/s mass flow of air, pressurized
at 0.3- 0.5 bar for efficiency. The dedicated APU, which is the core of the pneumatic power
generation system, consists of a micro turbojet engine driving a free power turbine, driving
a compressor capable of delivering air at 90 g/s at 1.8 bar [3]. The APU draws air from the
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inlet which is located at the bottom of the aircraft and transfers it to the distribution unit.
Figure 2.2 shows the position of the APU and the pneumatic power distribution unit on-
board the UAV. The pneumatic power distribution unit delivers the hot pressurized air from
the APU at the front of the aircraft to the CC units. Flexible hi-purity teflon and nylon tubes
along with valves weighing a total of 3.48 kg, are used for the air delivery, distribution and
control system. Although the APU provides the required mass flow to the CC system, the
drawbacks of such a system are the high temperature air which is provided by the turbine
and the weight of the system.
Figure 2.2: Pneumatic component layout on the Deamon UAV. [3].
Cruise-Efficient Extreme Short Take-off and Landing (ESTOL) Transport Air-
craft (CEETA) demonstrator UAV Figure 2.3, which is a 10% scale B-737 aircraft, the
Prototype-Technology Evaluator and Research Aircraft (PTERA-C3) configuration of this
platform uses CC techniques for short take-off and landing (STOL) applications [4]. The
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objective of the PTERA-C3 is to provide data, simulations and technology of a reconfig-
urable flight test vehicle for testing within the CC community.
Figure 2.3: Component layout and details of the PTERA C3 configuration [4].
The Leading-Edge(LE) and Trailing-Edge(TE) blowing are used to achieve CC, along
with over-the-wing power lift techniques to enhance the capabilities of the aircraft. Both the
LE and TE plena and slots are supplied with the required mass flow by the auxiliary power
unit (APU). The APU utilizes off-the-shelf Electric Ducted Fan (EDF) units (the Schubeler
DS-94 HDT EDF), which function as axial compressors, to provide the pressure and mass
flow for CC implementation and its interaction with over-the-wing powered lift assembly.
Figure 2.4 depicts the pneumatic system and the location of the APU, also illustrating the
flow distribution within the system. The two APUs have their respective inlet manifolds.
The inlet manifold of the APU is strategically located on the ventral side of the fuselage
close to the nose. Air moves in though the inlet manifolds and is then compressed by the
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APU. Then the air from both APUs passes to the main duct before it is split to the LE and
TE duct exits. The APU provides a Cµ = 0.0153 to the LE and Cµ = 0.0660 to the TE, at
a total pressure ratio of 1.066 through a single plenum for a semi-span wing. The use of
an EDF as a pneumatic source has drawbacks because of the low contraction ratio of the
inlet and outlet plena as well as the large area inlet of the fans which modifies the flow field
around the fuselage.
Figure 2.4: Details of the pneumatic system with in the CEETA PTERA-C3 configuration [4].
The Advanced Model for Extreme Lift and Improved Aeroacoustics (AMELIA) is
a project by NASA Ames in collaboration with California Polytechnic State University and
combines a Circulation Control Wing (CCW) with LE and TE blowing and over-the-wing
engines to provide upper surface blowing and noise shielding [5]. The Computer Aided
Design(CAD) model of the complete internal component layout is presented in Figure 2.5
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Figure 2.5: Component layout and details of the Amelia wind tunnel model [5].
AMELIA is a 1/11 scale wind tunnel model of a Cruise Efficient Short Take-off and
Landing (CESTOL) aircraft. Since the wind tunnel model falls within the size scale of a
Class-I UAV, the methodology of implementing CC can be easily adapted to a CC based
Class-I UAV. AMELIA’s air delivery system is a single plenum design. Minimizing breaks
in the slot caused by plenum intersections was a high priority, to provide undisturbed flow
across the upper surface and flaps. Each of the plenum designs is instrumented with three
pressure probes and the aircraft is supplied using two separate air systems with internal
piping for both the high (upper surface blowing) and low (leading and trailing-edge blow-
ing) pressure systems [11]. The low pressure system (up to 100 psi) is used to supply air
to the plena. The air is fed through a pipe attached to the underside of the sting, which
disperses air to both wings through bellows, which is then delivered to the low pressure
plena. Four butterfly valves are used to regulate the flow to the TE and LE slots. Several
techniques to achieve flow uniformity along the span of the aircraft are tested and oil flow
visualization is used to quantify the performance. Of the several techniques used to achieve
flow uniformity, the 12% density metal foam with Rigimesh performed the best [19]. The
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low pressure air distribution system for testing CC is shown in Figure 2.6. The challenges
of using such a CC system, which is developed as a wind tunnel model for flow uniformity
along the span is the required pressure ratio to support such a system. In this model an
external stationary compressor provides the air to the system.
Figure 2.6: Pneumatic distribution system on side of the AMELIA model. [5].
NASA Langley Research Center is continuing research with the Fundamental Aero-
nautics Subsonic / Transonic Modular Active Control (FAST-MAC) model in the Na-
tional Transonic Facility focusing on viscous flow separation at full-scale Reynolds num-
bers [6]. Unlike AMELIA, which is a configuration, this is a generic research model, where
in addition to high lift augmentation, focus is given on aerodynamic efficiency during cruise
flight. FAST-MAC’s air delivery system is more complicated than AMELIA’s, since each
flow path is divided into four sections along the span of the model. Each section has its
own flow control valve located in the fuselage. Each plenum has four perforated plates
designed to maintain flow uniformity since the flow is divided in four internal flow paths.
The design of the perforated plates is critical because it establishes the maximum internal
pressure, the maximum flow rate and it is responsible for the flow distribution along the
12
span [20]. Figure 2.7 shows the pneumatic distribution system of the FAST-MAC wind
tunnel model.
Figure 2.7: Internal pneumatic plumbing of the FAST-MAC[6].
2.2 Centrifugal Compressors
An air compressor is a mechanical device capable of transferring energy to air, so it can
be delivered in large quantities at higher pressures [7]. Different types of fans and compres-
sors have been used in the past to attain required mass flow on-board UAVs for CC based
applications [3, 10, 4]. The primary difference between a fan and a compressor is the pres-
sure ratio that can be achieved. Variable displacement compressors are of two kinds: axial
and centrifugal compressors. Axial compressors are suitable for large flow applications at
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low pressure, while centrifugal compressors are more commonly used for medium flow and
higher pressure applications. Literature indicates [7, 21, 22] that centrifugal compressors
can be used for a wide range of applications when high mass flow and pressure ratios are
required.
Performance characteristics of an air supply system to pneumatically power the CCWs
can be defined by two parameters: the mass flow rate and/or the moment coefficient of
blowing (Cµ); and the pressure-ratio at which the air can be supplied to the TE of the
CCW [23]. Palmer and Waterman [24] show that when a two-stage centrifugal compressor
is used, high mass flow (3.3 kg/s) with a pressure ratio (14:1) can be achieved (T800-LHT-
800 helicopter engine). However, Rahman and Scaringe [25] present experimental results
of a small scale centrifugal compressor that is used for a refrigeration system, where the
compressor operates at 18000 RPM with a pressure ratio of 1.045:1.
In [7], different types of compressor characteristics are analyzed and compared. The
mathematical foundations and the principles of operation are explained in detail emphasiz-
ing that the impeller is the most crucial part of the compressor. The performance charac-
teristics expected from the compressor are a function of the geometric parameters of the
impeller, such as blade angle, vane profile, impeller radius and mode of impelling.
In [26], 1-D flow calculations are used to derive the principal dimensions of the cen-
trifugal compressor’s impeller, based on the required performance to reduce the design
time. Then, a direct design procedure is used to arrive at a final design, which is later used
in analysis of the compressor parameters. In [27], a similar design approach is adopted and
additionally a MATLAB R© 1 code is also implemented to determine geometric parameters
of the impeller. The mass flow function used to optimize the design based on the expected
performance of the compressor is given by:
1http://www.mathworks.com/
14



















K = 1− (rhin
rin
)2 (2.2)
for zero degree prewhirl angle of the inlet velocity.
This 1-D formulation and analysis is an effective way to design a centrifugal compres-
sor but, on the other hand, it does not account for parameters such as curve shape, slip,
tolerances and the effect of splitter blades. In [28], an expanded optimization process of
the mass flow equation (4.1) to other performance aspects of the centrifugal compressor is
presented. A numerical code capable of calculating the range of input power, input torque,
rotational speeds, mass flow rate, total pressure and temperature ratios for different sizes of
impellers is developed and validated with experimental results.
In [29], a CFD analysis is carried out using ANSYS CFX to simulate the flow in an
existing centrifugal compressor. The results are validated with respect to the performance
parameters such as flow rate and pressure ratios. It is shown that with a commercially
built compressor, the experimental results matched the CFD analysis with a deviation of
3%. This approach is being used by designers to make changes before manufacturing.
In [30], a different approach is adopted to investigate the connection between the type of
impeller to the compressor performance. Seven different designs of impellers and two
designs of housings based on the impeller’s are designed, developed and tested on the
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basis of volumetric flow rate though the outlet of the compressor. Also, a Finite Element
Analysis (FEA) is followed to check if the compressor operates in a safe region. It is further
concluded that the best performance is achieved for the closed backward vane impeller.
In [31], a method for estimating the performance of a centrifugal compressor for a
given application along with the aerodynamic modeling of actual compressor hardware is
presented. It summarizes that Mach number effects and internal heat transfer are additional
parameters, besides the actual impeller design, which can affect the accuracy of the aero-
dynamic model. In [32], a study on how the centrifugal compressor performance can be
enhanced by introducing splitter vanes at selected locations is conducted. An extensive
numerical analysis on the effect of splitter blades and the location of the blades is pre-
sented. In [33], research focuses on the application of 3-D inverse design method, aiming
for a more efficient centrifugal compressor improving impeller’s efficiency and pressure
ratio without adverse effect on operating range. A structural analysis is conducted on a
modified compressor in ANSYS, to compare the stress and vibration results of an existing
turbocharger’s impeller in order to optimize the design. The results confirm that the inverse
designed impeller displayed improved stage efficiency and a pressure ratio improvement of
4.5% while maintaining or improving the compressor’s operating range.
2.3 Remarks
Literature reveals that although CC can achieve improved performance hence it can be
applied to various applications (STOL characteristics, for roll and pitch control and noise
reduction). Although due to the complexities in design and requirements of high energy
and mass flow of air, only a few UAVs have successfully taken flight using CC. Various
approaches have been adopted in the past to implement CC on UAVs or wind tunnel models.
The models which have already been investigated cannot be directly implemented onto the
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UC2AV mostly because of the weight restrictions, high temperature of air produced by the
various designs of APUs and the geometric constrains which vary for each UAV model.
Wind tunnel models on the other hand provide solutions to the method of distributing air
and flow uniformity, but the models are heavy and require a large working pressure ratio
to achieve efficiency. Although a few design methods similar to wind tunnel CCW models
are considered for the UC2AV, due to the restriction on-board a novel approach of design
and manufacture is adopted.
If CC is applied for high lift augmentation purposes, high velocities at the slot are
required and centrifugal compressors can be designed and optimized to reach the perfor-
mance that is required. Additionally, conventional centrifugal compressors are heavy due
to the methods of their manufacture. However, using 3-D printing technology, the proposed
light-weight centrifugal compressor can function as a ASU on-board a UAV for CC based
applications. In conclusion, with an adequate design method and manufacturing technique,






The purpose of this chapter is to provide a detailed understanding of the Air Supply
Unit (ASU). The ASU is essentially a centrifugal compressor, which is powered through a
brushless motor and supplies the required mass flow of air to the CCW. The chapter focuses
on (i) the aerodynamics of a centrifugal compressor; (ii) the method of approach for the
design methodology and experimental testing of the compressor; (iii) the model tested for
its performance with the proposed air delivery system for the efficient functioning of CCWs
defined by Kanistras et. al. in [34].
3.2 Centrifugal Compressors
Centrifugal compressors, also known as radial compressors, derive their name from
the direction of the fluid as it moves through the compressor. Centrifugal compressors are
known to generate high pressure ratios and handle moderate mass flow of the working fluid,
and have a wide variety of applications as stated in Chapter 2.
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A centrifugal compressor includes the following components: inlet guide vanes, an
inducer, the impeller, a diffuser, and a volute scroll for a single stage of compression as
shown in Figure 3.1. The fluid enters the compressor from the inlet duct and is moved
through the inlet guide vanes which provide the fluid with a pre-whirl angle. The inducer
section of the compressor along with the impeller move the fluid from an axial direction at
the inlet to a radial direction into the diffuser or volute scroll. The rotation of the impeller
transfers kinetic energy to the fluid. As the fluid moves to the diffuser, the kinetic energy
is converted to static pressure of the fluid. Then the fluid moves to the volute scroll, where
the static pressure rises further before the fluid moves towards the exit.
Figure 3.1: Components of a Centrifugal Compressor.
The most crucial design consideration for a centrifugal compressor is the impeller, the
geometry of the vanes and the design of the volute scroll. Impellers can be categorized to
three classes based on their exit blade angle βout. When βout = 90o the impellers are called
radial vane impellers. Impellers with βout < 90o are backward-curved or backward-swept
vanes, while βout > 90o are called forward-curved or forward-swept. Based on the theoret-
ical characteristics of these different classes of impellers their general head-flow character-
istics are shown in Figure 3.2 and the characteristics are summarized in Table (3.1).
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Figure 3.2: Head vs. flow relation of a centrifugal compressor [7].
Table 3.1: Advantages and disadvantages of different classes of impellers of a centrifugal
compressor.
Class of Impeller Advantages Disadvantages
Radial Vanes
Reasonable compromise
between low energy transfer
and high outlet velocity.
Low pressure ratio.
Backward Curved Vanes
Low outlet kinetic energy.
Wide surge margin.
Low inlet Mach number.
Low energy transfer
Complex stress on the vanes
Complex manufacturing
Forward Curved Vanes High energy transfer
High outlet kinetic energy.
High inlet mach number.
Complex stress on vanes.
Complex manufacturing.
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3.2.1 Dimensional Analysis of a Centrifugal Compressor
Dimensional analysis is a procedure, which represents physical situations that are grouped
geometrically into dimensionless groups. A dimensional analysis approach is adopted to:
(i) compare data from various types of machines; (ii) develop and design blade passages,
blade profiles and diffusers with maximum efficiency and required pressure ratios; (iii)
predict the performance of prototype units.
The important non-dimensional parameters for compressors are:
Reynolds Number Re =
ρDV
µ





Specific Diameter Ds =
DH3/4√
Q
Flow Coefficient φ =
H
ND3




The specific speed and diameter are used to select the type of compressors based on
the compressor map. A generalized compressor map for compressor selection is shown in
Figure 3.3. It is seen that high head and low flow require a positive displacement type com-
pressor, while for a medium head and medium flow application a centrifugal compressor
is used, while high flow and low head applications require an axial type compressor. The
flow coefficient and pressure coefficient are used to determine various design characteris-
tics. The generalized compressor map shows the effect of specific speed (Ns) and specific
diameter (Ds). The most effective range of specific speed is between 60 < Ns < 1, 500,
for a centrifugal compressor operation.
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Figure 3.3: Generalized compressor map for compressor selection [7].
3.2.2 One Dimensional Flow Analysis
To design a centrifugal compressor impeller, the following performance characteristics
must be defined:
(i) Compressor total pressure.
(ii) Inlet conditions (total pressure, mass flow and temperature).
(iii) Adiabatic efficiency of the compressor.
(iv) Exit conditions (total pressure, mass flow and temperature).
(v) Properties of the operating fluid.
(vi) Mass flow through the compressor.
(vii) Operating conditions.
To numerically model the flow within the impeller, the flow can be modeled in two
different planes, the meridional plane and the blade-to-blade plane. For the purpose of this
research the hub-to-shroud model in the blade-blade plane approach is used. The method
makes the assumption that all the stream tubes within the plane have the same mass flow,
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the flow in each stream tube remains constant from the inlet to the exit. Thus, the mass






ρ ∗W ∗ (cosβ) ∗ rdθdn (3.2)
Assuming that at the inlet of the impeller the relative Mach number at the mean diameter









To estimate the absolute inlet velocity Vin, Equations (3.3) and (3.4) are used, where
Tin is the inlet total temperature.
The inlet relative velocity Win is presented in Equation (3.5)
Win = Mrinxain = Mrinx
√
γgcRTin (3.5)
The blade angle at the inlet is estimated using Equation 3.6
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Vin = Wincos(βin) (3.6)
From Equation (3.6) we derive:





Using Equations:(3.5)), (3.6), (3.7), we derive Equations (3.8) and (3.9).
Vin = Wincos(βin) (3.8)
Uin = Winsin(βin) (3.9)





Since the process between the static and total conditions is adiabatic, then the density











The inlet flow-area can be computed and this from the cycle analysis, the mass flow
rate is known from the continuity Equation (3.12).
ṁ = ρinAinVmin (3.12)
In Equation (3.12), Vmin is the inlet meridional velocity at the inlet. If the prewhirl into
the inlet is equal to the absolute inlet velocity, the mass flow through the compressor can
be rewritten as:
Equation (3.12) is computed and then used to calculate the minimum hub diameter, so
that the stress on the blades at the inlet is minimized.






(UinVθin − UoutVθout) + 1]
γ
γ−1 (3.13)
Euler’s turbine equation, the work input to the compressor for an axial flow with zero



















The adiabatic head can be derived from the Euler’s turbine equation:












γ − 1) (3.16)
The one dimensional analysis of the flow through the centrifugal compressor is use-
ful for a primary design approach, but modeling, designing and predicting the exact flow
through the compressor is complex. The methodology adopted to design and develop a
centrifugal compressor with the scope of this research is presented next.
3.3 Design Methodology
In this section, a method of approach from design to implementation and testing of the
ASU is presented.
The physics of the flow in a centrifugal compressor is complex and is highly depen-
dent on the geometry of the impeller [30]. The parameters considered for the design of a
centrifugal compressor can be categorized as follows:
i. Performance Parameters: Mass flow rate values required for CC.
ii. Geometric Parameters: The radius of the impeller at the inlet and outlet, the vane
thickness, blade angles and axial length of the impeller.
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iii. Operational Parameters: The total inlet pressure, the air density and inlet tempera-
ture.
The performance characteristics required by the ASU for the efficient functioning of
a CCW are defined by Kanistras et. al. in [23, 15, 34]. Kanistras et al. focuses on a
comparative study and experimental investigation of CCW configurations in a low speed
wind tunnel to determine the configuration that gives the best lift augmentation ratio. Dif-
ferent TE geometries ranging from blunt circular TE to dual radius hinged flaps are tested.
The required mass flow for sufficient lift augmentation is determined to be different for
the blunt circular TE and for the dual radius flap geometry based CCW. The relation be-
tween the mass flow of air and lift augmentation for each of these different configurations
is quantified in these papers. The outcome of the these wind tunnel tests are used to define
the performance characteristics of the ASU.
To supply the required mass flow to these different wing configurations two generations
of Air Supply Units are presented. To facilitate the complex geometric design of each of
the centrifugal compressor, a multi-stage optimization approach has been adopted, which
can be summarized into the following four stages (Figure 3.4):
i. Stage I : Preliminary design of different impeller configurations.
ii. Stage II : Modification of impeller’s geometry.
iii. Stage III : CFD performance simulation.
iv. Stage IV : Final design, Experimental validation and performance estimation of the
compressor.
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Figure 3.4: Design and experimental validation flowchart.
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Stage I
The maximum size of the ASU is geometrically constrained by the dimensions of the
UAV’s fuselage, where the ASU is mounted. The identified mounting area allows installa-
tions with Dh < 180 mm and Hh < 150 mm.
The rotational speed at which the ASU operates is defined by the brushless motor. Two
motors, which are used to drive the different configurations of the ASU are, the EDF L2855
- 450 Watts motor for generation-1 and EDF L2855 - 900W for generation-2, capable of
achieving a maximum RPM of 29,600. Impellers with forward vane configuration radial
vane configuration and backward vane configuration, are designed with varying Din, β and
hin for each generation. Due to vane’s load during compressor operation, the vanes require
a minimum thickness (tv) of 0.8 mm to retain their shape and profile.
Stage II
Stage I incorporated the constrained dimensions of the impeller, while Stage II focuses
on deriving the dimensions, which lead to improved mass flow rates. To accomplish this,
empirical data and the 1-D mass flow function are used.
The operational conditions at the inlet are estimated based on the geometry of the im-
peller at the inlet and the rotational speed:
Uin = rin · ωin (3.17)
Equation (5.1) defines the tangential component of fluid’s velocity. The value of r1 is
approximated from Stage I as:
V = U · cot(β) (3.18)
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The absolute velocity at the inlet, which depends on the inlet blade angle:
a =
√
γ · gc ·R · T (3.19)
where:




From (3.20) the relative Mach number (Mr) and the blade angle at the inlet β define
the mass flow function. Since both parameters are interdependent, it is difficult to choose
the most desirable values using computational methods, and a graphical approach is used.
MATLAB R© 1 is used to derive the non constrained parameters for the desired mass flow
rate. Figure 3.5 shows the plot relating the mass flow function to the relative Mach number
and the blade angle at the inlet for zero prewhirl angle.
The range for the relative Mach number at the inlet (Mr) is computed based on the inlet
radius of the impeller, which is a non-constraint dimension. Hence, a relation between
the inlet and the outlet radius of the impeller is drawn using empirical data from [27] and
[35]. An acceptable range for the ratio of Rin/Rout is determined to be from 0.3 to 0.7.
Since the value of Rout is defined to be 70 mm, the range of relative Mach number can be
estimated for the desired performance. The axial length of the impeller, the vane height at
the output, the number of blades, the vane thickness and the hub diameter at the inlet are
other parameters which affect the impeller’s performance, which are modified based on the
mass flow equation and empirical data.
The centrifugal compressors housing and its tolerance with the impeller are important
parameters, which affect the performance of the ASU. The housing in the primary design
is built with a large clearance, while the Version - II housing is built with a tolerance of 1
1http://www.mathworks.com/
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Figure 3.5: Numerical estimation of blade angle (β1) and Mach Number at the impeller inlet (Mr1)
at inlet using mass flow function at zero prewhirl angle.
mm with respect to the impeller to minimize clearance losses. Also an involute profile is
retained but the height of the walls is kept within the tolerance limits of the impellers blade
height at the outlet. The spline curve used to design the inlet for the compressor is derived
from the blade curve of the impeller. The dimensions derived and calculated are then used
in a direct design approach.
Section 3.4 goes through the different configurations of the ASU and various genera-
tions designed for their respective applications.
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Stage III
The design methodology in Stage I and Stage II, use a one-dimensional design approach
and consist constraints with-in the design process. Due to the complex fluid flow through a
centrifugal compressor, it is difficult to accurately estimate the performance of the design of
each compressor just through theoretical analysis. CFD is used to bridge the gap between
the theoretical design analysis and experimental result, thus aiding the design process to
choose the ideal designs within the constrains. ANSYS CFX1, which is a commercial CFD
program used to simulate fluid flow in a variety of applications, is used to simulate the ASU
and estimate the performance at different RPMs. Further details of the analysis conducted
is presented in this subsection.
The design geometries are generated and assembled in Solidworks and then exported
into ANSYS workbench. To minimize complexity of the solving process the internal fluid
domain of the housing is only used into which the impeller is inserted as an immersed solid.
The computational domain is divided into two sub-domains namely the fluid domain which
consists of the interior volume of the housing while the rotating solid is the impeller itself.
The boundary conditions of the fluid domain of the compressor are set to atmospheric
pressure. The rotation of the impeller is defined with respect to the rotating axis of the
impeller defined prior to importing the geometry to ANSYS CFX. The CFD tool is used
to simulate the flow within the ASU at multiple steps ranging from the minimum to the
maximum RPMs achievable by the respective motors for each generation.





The experimental testing phase for the ASU consists of the following steps.
i. The compressor is tested at various RPMs. The velocity at the outlet of the compres-
sor is recorded at different RPMs. The results are used to establish the speed-mass
flow relationship for each compressor configuration.
ii. The ASU integrated with the framework, which consists of the ADS and CCW struc-
ture, is tested to quantify the performance in terms of the jet velocity.
iii. The final performance of the ASU is tested on-board the UC2AV, while being oper-
ated by the controller.
3.4 Model(s) Description
3.4.1 Generation-I
The primary function of the ASU is to supply the required mass flow of air to the CCW
on-board the UC2AV. Kanistras et. al. [34] defines the required mass flow to achieve effec-
tive lift augmentation in different CCW configurations. Nine preliminary configurations of
impellers and three configurations of housings are categorized into the first generation of
the ASU. Each of these designs vary with respect to their geometric parameters. All the
configurations are designed and are computationally and experimentally tested to validate
the geometry-performance relations. Each impeller configuration is tested for the best fit
geometric parameters, which would be incorporated in the final design. The 3 different
housings are tested to ideally match the impeller’s shape at the intake and exit . Also the
design of the housing is modified to accommodate for the motor mount to increase the
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efficiency of the compressor. Figure 3.6 shows 9 different configurations along with their
performance.
Figure 3.6: Different impeller configurations of generation-I ASU.
Version I through VII of the impeller designs are base-line designs with conventional
simplistic vane geometries. All these configurations are designed to vary in one geometric
parameter with respect to the next or prior configuration in the sequence. Analysis of
experimental results show that the 3D printed models operate at different mass flow and
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Figure 3.7: Different housing designs generation-I ASU.
Figure 3.8: Assembly of the generation-I ASU.
pressures compared to the estimated performance during the theoretical design. Thus a
stage based optimization was conducted to bridge the theoretical design and experimental
models. As a result the Version VIII and IX show better performance compared to the prior
designs. The post optimized designs have splined vanes and varying geometry from the
inlet to the outlet. Although these configurations performed closer to the required mass
flow conditions, the pressure ratio that the compressor could achieve was still low, and as a
result considerable losses and back flow was observed at the inlet of the compressor.
3.4.2 Generation-II
Kanistras et al. [9] deduces that dual radius flaps used for CC applications needs a
mass flow of 0.0288kg/s, which was set as the performance parameter during the design
process of the ASU for the UC2AV. The design is carried out using the design methodology,
35
and additionally the best fit geometric parameters through the analysis of the generation-
I compressors. Since the backward vane impeller with an forward vane inducer section
showed the best performance in the Generation-I of the ASU, the second generation ASU
retained this characteristic. The experimental testing showed that there was back flow and
losses in the Generation-I ASU, hence a shrouded impeller design was used in the second
generation, to minimize the looses between the housing and the impeller. To improve the
performance of the ASU with respect to the pressure ratio, an expanding volute based hous-
ing was designed. Additionally the constrains on the CCWs and UC2AV are incorporated
into the design. The design of the ASU is shown in Figure-3.10 .
Figure 3.9: CAD design of the generation-II ASU.
Figure 3.10: Various components of the generation-II ASU.
36
3.5 Performance characterization
This section describes the characterization of performance curves for the ASU. The
performance is presented as a relation of Vout and RPM, and a comparative analysis be-
tween CFD and experimental results is presented. The ASU is a variable displacement
centrifugal compressor capable of functioning with various CCWs. It is essential to exper-
imentally validate and quantify the performance of the compressor over a wide range of
operation (RPM, Q, Pr). A compressor’s performance is measured as a relation between
the flow rate and pressure ratio. A commonly used approach to represent this relation is
in the form of performance curves for different RPMs [ref]. The relation between Q vs Pr
that characterizes a centrifugal compressor performance is shown in Figure 3.11.
























Air speed at the outlet of the centrifugal compressor is an important parameter during
testing. To measure the velocity at the outlet (Vout) with accuracy, a pitot tube (Figure
3.12) is modified and calibrated. A conventional pitot tube is selected and the inner probe
diameter is modified. The probe length is extended and the inner/outer diameter is gradually
reduced, using brass tubing. The outer diameter of the probe is then measured to be 0.5 mm
with an inner diameter of 0.3 mm. The pitot probe is connected to a MPXV5004 differential
pressure sensor, which provides an analog voltage as the output. The volumetric flow rate
(Q) at the outlet of the ASU is calculated using Equation (3.21).
Q = VoutAout (3.21)
Figure 3.12: Calibrated pitot probe with an inner diameter of 0.3 mm.
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Pressure sensor
To measure pressure at the inlet and outlet of the compressor a Freescale semiconductor
MPXV5004 series transducer is used. The sensor combines a strain gauge implants with
thin-film metalization, and bipolar processing to provide an accurate analog output signal
which is proportional to the applied pressure. The pressure sensor is calibrated using the
static pressure of a wind tunnel running at various speeds. The analog voltages from the
sensor are mapped to the ambient static pressure measured by the manometer. The pressure
sensor is connected to an averaging static pressure tap to measure the static pressure at the
inlet and the outlet of the ASU.
RPM measurement
To measure the RPM values of the centrifugal compressor motor, a Hall effect sensor
reads the changing magnetic flux from the permanent magnet mounted into the housing of
the motor (Figure 3.13). To control the brushless motor, a Hitec servo programmer and an
Arduino micro-controller based PID speed controller is used.
Figure 3.13: Left: The airspeed sensor (pitot tube). Center: The Hitec servo programmer and
controller. Right: The Hall effect sensor. 2
Temperature sensors
Thermocouples, which are temperature measurement transducers, are commonly used
for compressor testing. National Instruments provides low-cost ready-made thermocouples
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for accurate temperature measurement purposes. The thermocouples are readily integrable
to an Analog to Digital (A/D) converter, which is calibrated to display the measured tem-
perature. The sensor’s resolution is 0.1oC with a range from 0 to 500oC. These sensors are
used to measure temperature of the fluid at the inlet and the outlet of the ASU.
3.5.2 Experimental Setup
The test measurements, the location of the instrumentation and the testing procedures
to accurately evaluate the performance of the compressor follows the guidelines in AMSE
Performance Testing Code (PTC) 10. The schematic of the test system is shown in Figure
3.14.
Figure 3.14: Schematic of the location of the sensors.
To evaluate the performance parameters as prescribed by AMSE PTC 10 the necessary
experimental measurements can be summarized as:
• Temperature at the inlet
• Pressure at the inlet
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• Temperature at the outlet
• Pressure at the outlet
• Flow rate through the compressor
• Speed of rotation
• Compressor dimensions
AMSE PTC 10 also describes the location of necessary instrumentation for testing of
the compressor. The experimental setup and performance characterization of the ASU is
conducted based on experimental testing layout shown in Figure 3.14.
The rotational speed at which the ASU operates is defined by the brushless motor (EDF
L2855 with a power rating of 900 Watts, maximum RPM of 29,600 at no load), which
drives the impeller. The Electronics Speed Controller (ESC) is used to power the motor.
The RPM sensor is connected to the ESC and the motor to record the speed of the motor
(N). The power consumed by the motor and the ASU, is recorded as electrical power in
terms of voltage (V) and current (I) draw from the battery.
To simulate the circulation control system, air enters the ASU through a suction-end
(an extension from the inlet of the impeller to the exterior of the UAV) and is discharged
through the extended outlet. At the inlet-end of the ASU, 4 static pressure taps are located
close to the impeller. An averaging pressure tap connects the 4 taps to a calibrated pres-
sure transducer, which reads ambient static pressure at the inlet (PSin). A thermocouple
probe at the inlet measures the temperature (Tin). At the outlet of the ASU prior to the
discharge a similar set of pressure taps and temperature sensors are located to measure the
pressure(PSout) and temperature(Tout). The calibrated pitot probe sensor is used to record
air velocity at the outlet of the centrifugal compressor. The pitot probe, which is placed at
the exit of the outlet, can be freely moved across the outlet while retaining the same height
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(at the middle of the circular exit) and distance from the exit. Three points at the exit across
the circular exit are recorded at different RPM. A control valve located at the outlet is used
to control the flow rate through the system. The CAD model of the testbed and the location
of the sensors is shown in Figure 3.15.
The test unit consists of the ASU and the physical probes and actuators integrated
to measure the test parameters. The test setup also consists of a control unit and Ar-
duino/LABVIEW based data acquisition system. The control unit runs a tunable gain PID
control on the motor to regulate the speed of the motor accurately. The speed from the
ESC, the analog values of the pitot, the pressure transducers and the voltage/current sen-
sors are recorded by the micro-controller, which communicates over a USB serial port to
the LABVIEW control code. The control unit uses calibration codes from the sensors to
convert the analog voltages to the respective physical measurements. The schematic of the
control unit is shown in Figure 3.16.
Figure 3.15: The experimental setup of the ASU.
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Figure 3.16: The controller unit for the ASU.
3.5.3 Experimental Testing
The pitot probe is used to collect data at three points along the exit of the ASU. The
points are equally distanced and at the same height (at the middle of the circular exit).
Data are collected from 10000 to 26000 RPM with increments of 4000 RPM. Although
the motor can achieve up-to 29000 RPM (it is the maximum that the motor can operate at
the given loading), this point is not tested to maintain a margin of safety of the test unit.
The tests are conducted by regulating the set-point of the PID controller. Data are recorded
(100 readings) from all the test sensors, once the motor achieves a steady state velocity.
The samples are averaged and the results are displayed on the control unit. The test is
continued by changing the value position between predefined increments to regulate the
flow rate through the ASU.
At a given RPM as the flow rate decreases through the ASU it reaches a critical point,
at which the flow separates from the impeller. Flow separation causes changes in the fluid
velocity and direction resulting in unsteady flow. This point of operation is known as the
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surge or choke point. The Surge point is the lower limit of flow for stable compressor
performance. This is characterized in experimental testing by a drop in pressure ratios
with reduction in flow using the control values. It is observed that the surge is prominent
at higher RPMs, where at higher flow rate conditions occur. As the flow rate reduces,
the pressure ratio increases, thereby characterizing the ASU. The test are conducted on
three different days and the average data of the runs are presented. Figure 3.17 shows the
performance curves for the ASU as a relation between the average flow rate and the average
pressure ratio.




























Figure 3.17: Compressor map of the ASU.
The plot in Figure 3.18 shows the deviation of the velocity at each point from the
average line (shown in black) at each RPM value along the outlet of the ASU. It is shown
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that the flow is not fully developed since the ASU exit is close to the housing. At all tested
RPM the velocity data follows the same trend. However, the maximum variation of 3 m/s
from the mean velocity is seen on the first data point. This performance is expected due
to the rotation of the flow inside the compressor. It is important to calculate the average
velocity of the outlet of the compressor, to minimize errors in the volumetric flow rate
computation. Figure 3.19 shows the average velocity at the ASU outlet at each RPM. A
linear correlation, as expected, between the average velocity and the RPM is recorded.
To validate the experimental results, a CFD analysis is performed using ANSYS CFX.
Tetrahedral mesh elements with fine smoothing and 0.7 mm element sizes are used for the
complex geometry of the ASU. Transient state simulations are conducted and the results
of the ASU at discharge are recorded. The mean values of the velocity at the outlet are in
close agreement with the experimental results (Figure 3.19).
























Figure 3.18: Velocity distribution at the ASU outlet.
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Figure 3.19: Experimental and simulation data of the ASU performance at different RPM.
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Chapter 4
Circulation Control System Integration
The pneumatic system to support CC on-board the UC2AV consists of multiple sub-
components, which are essential to achieve efficient CC. Although the ASU (pneumatic
source) is the most significant component, a pneumatic system to deliver the mass flow
air to the TE with minimized losses, is also an important part of the overall system. The
Air Delivery System (ADS) is a pneumatic system capable of handling high pressures and
mass flow, to deliver a continuous supply of air to the slot. The system is designed to pro-
vide a mass flow of 0.03 kg/s and distribute it equally between two flow paths to either
side of the wing. The ADS consists of: i) the intake ducting passage of the ASU; ii) the
internal pneumatic junction and tubing that connects the ASU with the plenum; and iii) the
plenum, which is a vaned, straight-walled wide angle diffuser, responsible for delivering
the required mass flow uniformly along the span. A block diagram of the CC system is
shown in Figure 4.1. This chapter describes the analysis of the ADS system components
and their integration with the ASU to deliver a high energy jet at the TE of the CCW.
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Figure 4.1: Schematic representation of the Circulation Control System.
4.1 Intake Duct Design
The ASU is located in the fuselage along the center of gravity of the UAV. The precise
location is selected to minimize the inertial torques when the ASU rotates. The inlet of the
ASU causes undesired suction where the sensors and other peripheral devices are located.
This suction in the fuselage creates a low pressure region, which can lead to structural
damage and introduce errors to the instrumentation. To eliminate this, an intake duct is
designed to transfer the suction end of the ASU in the underside of the fuselage. The intake
duct is also responsible for moving the free-stream velocity to the inlet while eliminating
an undesired pre-whirl in the flow which deteriorates the ASU performance. An iterative
design approach based on the a CFD flow field analysis is adopted to find the best design.
The design of the duct is constrained in the longitudinal distance (X) due to the location of
the ASU and the instrumentation. The design of the duct and the location of the ASU are
shown in Figure 4.2.
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Figure 4.2: CAD design integration of the fuselage, the ASU and the intake duct.
A flow field analysis of the duct is conducted using ANSYS Fluent. A complete 3-D
analysis is performed for different inlet velocities to simulate flight scenarios. A tetrahedral
mesh with a maximum cell size of 0.5 mm is used to ensure accuracy in results based of
a mesh validation study. A pressure-based, steady state analysis is performed using the
K-e viscous model. Inlet boundary condition is set to a velocity inlet type and outflow
boundaries are used. The intake duct is evaluated at 4 different inlet velocities from 5 to
20 m/s, simulating different stages of flight. Flow field analysis is presented in Figure 4.3.
Regions of stall are observed within the flow field, however the design is only evaluated for
possible prewhirl of the inlet flow.
Figure 4.3: Contours of the flow field in the intake duct at 10 m/s inlet velocity.
49
4.2 Junction Design and Analysis
Chapter 3 presents the details of the performance of the ASU, which acts as the pneu-
matic source for the CC system. It is observed that the pressure head created at the outlet
of the ASU plays an important role in achieving efficiency/performance. The immediate
component, downstream of the ASU is a junction that connects the outlet of the ASU to the
pneumatic tubing within the wings. The pressure head and losses created by this junction
change the flow rate through the compressor and result in reduced CC efficiency. Losses in
a pneumatic system can typically be categorized as major and minor losses [36, 37]. The










At the junction, where the fluid displacement is small, minor losses in the system are domi-
nant. Since the flow in the junction is dominated by minor losses, using the loss coefficient







Values of simple constant K factors, which depend on specific geometric details, have
been determined experimentally for many configurations of bends, fittings, valves etc. and
can be found in [38, 39]. However, the junctions used on the ADS are designed based
on space and weight limitations with different geometries compared to standard junctions.
Thus, the K factor for each junction that is used and the head losses are determined using
CFD analysis. For that purpose, four junctions are designed (Figure 4.4) and flow analysis
using ANSYS Fluent is conducted to determine the design with the minimum head losses.
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Figure 4.4: CAD designs of junction configurations [8].
Junction Performance
The performance of the four junctions is analyzed using ANSYS Fluent and a complete
3-D analysis is performed for each case. A tetrahedral mesh with a maximum cell size of
1 mm is used to ensure accuracy in results after a mesh validation study. A pressure based,
steady state analysis is carried out using a K-e viscous model. The inlet boundary condition
is set to a velocity inlet type, and the junctions are evaluated at 5 different inlet velocities
from 10 to 50 m/s, which correspond to the complete range of operation of the system. To
calculate the K factor using Equation (4.2), the pressure drop and the outlet velocity are
recorded along with the flow field in each case.
Figure 4.5: Velocity contour of the junctions at 50 m/s inlet velocity from CFD analysis[8].
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Figure 4.6: CFD analysis on the four junction designs. The recorded pressure drop for different
velocities is presented [8].
The plot in Figure 4.6 shows the pressure drop in each of the configurations at various
inlet velocities. It is observed that due to a change in cross sectional area the fluid in Junc-
tions 1 and 2 have a lower velocity at the outlet. On further flow field analysis presented in
Figure 4.5, the creation of a large stagnation point in Junction-1 and a smaller yet prevalent
stagnation point in Junction-2 adds to the losses in these two designs. Although Junction-3
and Junction-4 perform better in terms of the outlet velocity, Junction-3 has a large pres-
sure drop and an unsteady flow field due to the reservoir shown in Figure 4.4. Table 4.1
shows the average K factor value for each of the junctions over the range of inlet velocities.
The low K factor, the stable flow field and minimal pressure losses, qualifies Junction-4 for
experimental evaluation.
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Table 4.1: K factors for the four junctions at different inlet velocities.
Velocity (m/s) J-1 J-2 J-3 J-4
10 1.39 0.74 1.50 0.57
20 1.06 0.62 1.52 0.38
30 1.11 0.59 1.37 0.34
40 1.15 0.63 1.38 0.42
50 1.07 0.57 1.34 0.40
4.3 Plenum Design and Analysis
An important factor for the efficiency of CC and stability of the CC based UAV is the
flow uniformity at the slot. This section presents the design to achieve flow uniformity
evenly across the span. Plenum designs for CCWs have been investigated in the past,
and several techniques (metal foam treatment, perforated plates, metal barriers, Rigimesh
material etc.) to tackle this problem and to achieve flow uniformity at the slot-exit along
the span have been tested [40, 41]. However, in smaller scale wings the internal-plenum
design is dictated by space constraints, adding complexity to the design. A preliminary
investigation showed that a diffuser-based plenum could provide the necessary jet at the
slot. The challenge to use a diffuser-based design in the plenum is the deceleration of flow
and stall regions in the fluid between walls. These regions of stall disrupt the uniformity,
which must be compensated by placing adequate vanes in the diffuser. The vanes divide
the diffuser into a series of sub-diffusing passages with area ratios and divergence angles
smaller than the initial diffuser. That way, stall is avoided and each passage can operate
at near optimum pressure recovery. The deceleration of flow must be compensated by a
nozzle to achieve high velocity jets at the nozzle end (slot) of the plenum.
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A vaned straight-walled wide angle diffuser with a nozzle at the exit to provide flow
uniformity across the span of the wing is used. The diffuser is divided using nine equally
distanced vanes as Figure 4.7 demonstrates. The skin of the wing above the slot has a
thickness of 0.35 mm and without any internal support, the slot will deform and increase
during blowing. To prevent this, nine equally distanced stationary aerodynamic standoffs
are designed into the aft plenum along the span to maintain a known slot height. Before the
air is driven through the diffuser, it passes through an elbow tube fitting, which results to
a non-uniform flow across the outlet of the tube. To correct the direction of the flow, three
vanes are placed inside the tube and ANSYS Fluent CFD analysis is conducted to find the
exact position that the vanes should be placed. The design showing the best result is 3-D
printed and attached to the plenum as Figure 4.7 illustrates. Further details of the design a
can be found in [9].
Figure 4.7: Plenum CAD design: The vanes at the inlet are for flow correction and the vanes in
the diffuser achieve uniformity. Nine standoffs are placed to avoid slot deformation during plenum
pressurization[9].
Plenum Performance
For flow uniformity testing, a pitot probe is used to measure the velocities at the jet
(Vjet) across the span (the pitot tube can move freely with equal increments across the span
while retaining the same height and distance from the slot). Measurements are recorded at
20 points and the process is repeated 6 times for each inlet velocity. For these experiments,
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air is supplied to the inlet of the plenum using a stationary compressor. The average of the
6 runs for each inlet velocity along with the mean velocity (shown in black) at each case
are shown in Figure 4.8. Flow uniformity is tested at 5 different inlet pressures 25 kPa,
50 kPa, 75 kPa, 100 kPa and 200 kPa. The results showed that even at velocities higher
than the operating range the plenum responds well and despite the losses, flow uniformity
is achieved.






















Figure 4.8: Flow uniformity performance across the span of the wing[9].
4.4 CC System Integration
The CC system integrates the ASU, the inlet ducting passage, the junction, pneumatic
tubing and two diffuser based plena which distribute the air evenly across the slot. A CAD
model of the CC system is shown in Figure 4.9. The ASU is the pneumatic power source for
this system. As the ASU rotates, air is sucked from the inlet of the duct from the exterior of
the fuselage. The kinetic energy and static pressure of the air increases as it moves through
the ASU. The junction following the ASU connects the two plena (located on either side
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of the wing) to the outlet of the ASU. The impeller of the ASU rotates at different RPM,
and thereby different jet velocities at the slot are achieved. This section characterizes the
system, based on the RPM of the ASU and the jet velocities achieved are used to estimate
the Cµ.
Figure 4.9: CAD model of the CC system [8].
CC System Performance
An experimental evaluation of the overall system is conducted by testing the systems
performance at different RPM. The experimental setup of the CC system is presented in
Figure 4.10. the setup consists of dual radius flaps integrated to the plena to form the slot .
The distance between the two plena (500 mm) is based of the final location of the system
on the UAV. The ASU is located under the ADS to simulate its position inside the fuselage
and at the center of gravity of the aircraft. The pitot probe is positioned on the slot exit to
measure the velocity at the jet (Vjet) across the span (bottom right Figure 4.10). It can be
moved freely across the span while retaining the same height and distance from the slot.
Measurements are recorded at twelve points spaced equally across the span.
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Figure 4.10: The experimental setup of the CC system.
The flow uniformity across the span is evaluated along with the repeatability of the
system. The plot in Figure 4.11 presents the performance of each plenum and the devia-
tion of the velocity from the average line (shown in black) at each RPM is shown. The
experimental procedure is repeated five times for three different RPM values since high
flow uniformity performance and repeatability before the system is ready to be integrated
on-board the UC2AV is required. As Figure 4.11 demonstrates, only in one point (on the
left side of the wing at the higher RPM) the required performance is not achieved. A slight
deviation in jet velocities is observed on one side of the system. To investigate the design a
CFD analysis is conducted, to visualize the flow field. A volume rendering of the velocity
field results is presented in Figure 4.12. After validation through CFD analysis, it is con-
cluded that the deviation in velocity was a result of the deviation in the slot height, caused
by fabrication error. A change in flap design was suggested to rectify this and is adopted
on-board the UC2AV.
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Figure 4.11: Experimental results representing the performance of the Vjet at the slot across the
span on each plenum for different RPM values.The deviation of the Vjet from the average line
(shown in black) at each RPM value is shown.
Figure 4.12: CFD analysis of the plenum designs.
The power consumption (in terms of the voltage and current draw from the battery) and
the flow rate through the system (in terms of Vjet) are recorded. Using the compressor map
of the ASU shown in Section 3.5.3, the system’s current performance is compared to the
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estimated operating condition. The Cµ based on the Vjet and an average flight velocity is
computed, which is used to compute the estimate the lift augmentation.
ASU Working Region Characterization
The ASU and its performance has been characterized in Chapter 3. Since the perfor-
mance curves for the ASU are spread over a range of pressure ratios and flow rates for each
RPM, the working region of the ASU and framework needs to be characterized. The power
consumption of the ASU is used to establish the working region. Figure 4.13 shows the
working region of the ASU.



































To apply CC on a fixed-wing Class-I UAV, space limitations, weight restrictions and
power penalties are important considerations. The ASU is designed to integrate into the
fuselage of the UAV, and hence a test platform with sufficient fuselage space is required.
Payload capability of the test platform is also an important factor due to the addition of
multiple components of the CC system. In addition, the wingspan, wing loading and the
chord length are also considered. During the process of selection of a UAV test platform
these characteristics are used as comparative parameters between the different platforms.
In comparison to other platforms, the RMRC Anaconda operates at low speeds with
high payload capabilities and has a large internal fuselage volume to accommodate the
CC system. The UAV is a twin-boom, inverted V-tail configuration; powered by an elec-
tric brushless motor driving a pusher type propeller. The aircraft has a maximum payload
capability of 1.5 kg and an average cruise speed of 12 m/s at sea level. Selected dimen-
sional parameters of the UAV are presented in Table 5.1. In consideration of all the above
parameters, the RMRC Anaconda shown in Figure 5.1 is selected as the CC-test platform.
60
Table 5.1: Dimensional specifications of the RMRC Anaconda
Fuselage Wing
Length L 800 mm Mean Chord 238 mm
Max. Internal Height H 110 mm Root Chord 280 mm
Max. Internal Width W 160 mm Tip Chord 200 mm
Wing Span 2000 mm
Figure 5.1: The RMRC Anaconda UAV platform.
The RMRC Anaconda platform is modified to accommodate the multiple subsystems to
achieve CC on the UAV. Multiple subsystems are integrated aboard the UC2AV to achieve
CC and to validate the performance of the UAV. The wing on the Anaconda is replaced by
a CCW, which follows the airfoil shape of a NACA 0015. The wing is also integrated with
Dual Radius Flaps (DRF) investigated by Kanistras et al.[9]. An instrumentation system
is added to accurately quantify the performance of the UAV. A CAD model of the UC2AV
and its multiple sub systems is shown in Figure 5.2.
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Figure 5.2: The susbsystems on-board the UC2AV.
5.1.1 Circulation Control Wing
A NACA 0015-based CCW is designed by Kanistras et al.[1], consisting of two com-
ponents: (i) the wing structure; (ii) the pneumatic system inside the wing described in
Section [4.4]. The wing structure consist of rods and ribs that are covered by a balsa skin
and MonoKote tape. Carbon fiber rods are used to connect and support the ribs along the
wingspan. The ribs add strength to the structure and shape the wing section. The skeletal
structure of the ribs attached to the skin prevent the structure from buckling or twisting.
The ribs also act as mounting points for the control surfaces, flaps and ailerons that are
integrated. In addition, the ribs support the plena and pneumatic plumbing located inside
the wing. Due to pneumatic piping and plena located inside the wing, the entire wing is
assembled as a single unit. The ribs are rapid prototyped out of Acrylonitrile-Butadiente-
Styrene (ABS) plastic, two carbon fiber rods and balsa wood the LE and TE are assembled
together using CA glue. Figure 5.3 shows the structure of the CCW. Table 5.2 shows the
geometric specification of the wing.
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Table 5.2: Geometric parameters of the wing[1].
Wing
Airfoil NACA0015
Chord c 0.24 m
Thickness t/c 15 %
Camber m/c 0 %
Angle of Incidence ε 4 o
Area S 0.48 m2
Wingspan b 2 m
Half-Span s 1 m
Aspect Ratio A 8.33
Dihedral Angle β 0 o
Sweep Angle Λ 0 o
Figure 5.3: The internal structure of the Circulation Control Wing.[1]
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5.1.2 Flight Controls and Instrumentation
Instrumentation plays a important role in validating the performance of a UAV during
flight. However, UAVs often have limited weight and space available, therefore, selection
of the right instrumentation is important. The key role of the instrumentation system is to
track, characterize and validate the performance of the UAV. A typical flight requires the
following data channels: one channel for time stamp (micro-controller); five channels for
the pilot’s inputs (RC receiver); three channels for pitot sensors (raw data); three chan-
nels (Yaw, Pitch, Roll) for inertial Measurement Unit (IMU) orientation; one channel for
temperature; one channel for altitude (high range barometric sensor); one channel for low
range high accuracy altitude (ultrasonic distance sensor). All data are stored in an on-board
SanDisk memory card (32 GB). The data contains a record of the entire flight; however,
maneuver markers (set by the pilot with a switch on a spare RC channel) indicate the areas
of interest and allow for a quick review of regions of data in the field.
A block diagram of the instrumentation system is shown in Figure 5.4. The measure-
ment of the attitude angles, φ, θ and ψ (roll, pitch and yaw respectively), is performed with
a VectorNav VN-100 IMU chip mounted on a development board. This sensor incorpo-
rates a 3-axis magnetometer, a 3-axis accelerometer and 3-axis gyroscope with extended
Kalman filter. The IMU’s outputs include the aircraft attitude expressed as Euler angles or
quaternions, linear accelerations, angular rates or magnetic local field. Three pitot probes,
each connected to a differential pressure sensor, are located at the front of the fuselage and
on either side of the wings to measure true airspeed. To record the altitude and temperature
a barometric pressure sensor (Bosch BMP085 transducer mounted on a Sparkfun breakout
board) is used. An ultrasonic distance sensor located on the lower front part of the fuselage
is used to locate the precise moment that the front wheel becomes airborne. Table 5.3 lists
the sensors used on-board the UC2AV and their specifications.
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Figure 5.4: Overview of the instrumentation system of the UC2AV[1].
Table 5.3: Instrumentation/Sensor Specifications for UC2AV[1].





Operating Voltage : 5V
Digital I/O Pins : 54 with 15 PWM pins
Analog Inputs : 16




Frequency range : 2.405 to 2.475 GHz
Number of Channels : 6
Inertial Measurement Unit Vectornav VN-100
3-axis accel/gyro/mags. with on-board extended Kalman Filter
Gyro range : ± 2000 o/s, linearity <0.1% FS
Accelerometer range : ± 16 g, linearity <0.5 % FS





Pressure range : ± 2 kPa
Accuracy : 2% FS
Sensitivity : 1 V/kPa





Pressure range : 30 to 110 kPa
RMS noise : 0.1 m




Ultrasonic Frequency : 40 kHz




Dev-09530 Baud rates : 2400 to 115200
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5.2 Preflight Tests
Prior to flight tests the CC system is operated by running the ASU and pneumatic sys-
tem while the UC2AV is stationary. The CC system is tested for uniformity to ensure that
potential damage within the system does not cause uneven flow across the span. Unifor-
mity plays a crucial role in the the stability around the roll axis of the UAV, this test ensures
that the CC system does not introduce undesired instabilities. Also, the momentum coef-
ficient values (based on an average flight velocity of 15 m/s) for different test RPMs are
measure and recorded. The pitot used to test the plenum performance in Chapter 4 and
speed controller are used to measure and control the CC system performance on-board the
UC2AV.
Figure 5.5: The UC2AV placed on the a stationary mount for platform.
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5.2.1 Flow Uniformity
CC control is applied to 40% of the span and the plena are located symmetrically on
the either side of fuselage at a distance of 250mm to avoid wake effects of the propeller.
The flow uniformity across each plenum is evaluated manually. Figure 5.6 presents the
performance of each plenum and the deviation of the velocity from the average line (shown
in black) at two different (half and full scale RPM). The pitot probe is used to collect 5
points across each plenum designs. The procedure is repeated three times for each RPM,
since high flow uniformity and repeatability is essential for the stable operation of the UAV.
As seen in the plot, only one point on the left plenum displays a deviation in the jet velocity
for both RPM. No significant flow abnormalities in jet velocities are detected.
Figure 5.6: Average jet velocity at different points across the span of the UC2AV.
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5.2.2 Cµ characterization
The momentum coefficient is one of the most significant performance parameters of a









ṁjet = ρjetVjetAjet (5.2)
The mass flow rate ṁjet is calculated using Eq. (5.2). The velocity at the jet (Vjet) is
measured as an average jet velocity at the TE of the CCW. The momentum coefficient (Cµ)
values are in the range of 0 to 0.045. The Cµ vs RPM relation of the UC2AV is shown in
Figure 5.7. A free stream velocity of 13 m/s is used as an average velocity at take-off.

















Figure 5.7: The average Cµ at different RPM.
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5.3 UC2AV : Flight Results
5.3.1 Take-off Characteristics
The take-off performance/characteristics of the aircraft can be estimated within a certain
degree of accuracy by analyzing the data as average of multiple runs. With respect to the
evaluation of the take-off performance of the UC2AV the take-off run of the UAV is divided
into two stages: (i) the ground phase; (ii) the air phase. The ground phase of take-off is
defined as the time from when the pilot provides thrust input to the UAV, until the plane
becomes airborne. The air phase follows the ground phase, and it defined as the portion of
flight from the point of take-off until the UAV reaches 50 ft. A graphical representation of
the take-off phases is shown in Figure 5.9
Figure 5.8: The UC2Av place on the runway prior to take-off..
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Figure 5.9: Representation of the ground and air phase of take-off.
To accurately track the take-off distance, three cameras and two observers are posi-
tioned at different points along the runway. To ensure that the cameras and observers can
accurately capture the take-off point, runway markers are placed every 3 m along the take-
off length. On-board the UAV, the ultrasonic sensor measures the exact point of take-off,
which helps correlate all the instrumentation data to the exact point of lift-off. A vane
anemometer and density/humidity sensor are used to record weather conditions (i.e. run-
way temperature, humidity, wind condition). Figure 5.10 shows the data that are obtained
from the instrumentation during the take-off phase. The first three plots show pitch, roll
and the true air speed of the UAV. The pilots inputs are also recorded to ensure unbiased
flights; the bottom half of the plots represent this data.
Table 5.4: CC flight test data.

















1 Off 30 0.992 Calm 8.94 13.33 102 78 180 18.2 0.57
2 On 30 1.009 Calm 5.41 12.875 48 115 163 13 1.10
3 On 30 1.016 Calm 6.30 11.67 54 55 109 12.5 1.17
4 Off 30 1.016 Calm 9.8 14.30 117 60 177 - -
5 On 30 1.002 Calm - - 60 - - - -
6 Off 30 1.011 Calm - - 93 - - -
7 On 30 1.011 Calm - - 42 - - - -
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Figure 5.10: Take-off flight data.
A comparative analysis of the flights is conducted to analyze the performance of the CC
system on-board the UAV in-terms of the enhancement of performance of the UAV. In all of
these flight tests, the ASU is operated at maximum RPM (Cµ = 0.165) and is used during
the take-off maneuver after which it is turned off. The ASU running at the maximum
RPM to achieve the maximum augmented lift to reduce the take-off run. Seven flights
are conducted using the UC2AV, all flights are from the same day under similar weather
conditions. As a malfunction in the instrumentation system occurred after the third flight,
the data collected from that point on are analyzed using videos and observers during the
ground phase. The take-off weight of the UC2AV is 4.7 kg (10.36 lbs). The data presented
in Table 5.4 indicate that CC is effective and can reduce the ground distance up to 53 %. A
comparison between the first and second flight shows that the lift coefficient on the ground,
using the CC system the lift co-efficient can be enhanced by 93%. Further details of the
fights and analysis of the results are described in [1].
The importance of these results is best evaluated in comparison with previous work in
the field detailed in literature review. Published flight data that confirms CC being applied
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on an unmanned fixed wing aircraft to achieve short take-off envelopes (reduced ground
distance) do not exist. While additional tests must be carried out to check for repeatability
of the system performance at different condition, the collected data is sufficient to confirm
that CC system can successfully meet the pneumatic needs of the UC2AV. Significant run-
way reduction is achieved with low power penalties and low blowing rates using the CC
system developed during the course of this thesis.
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Chapter 6
Conclusions and Future Work
6.1 Conclusions
In this research, a novel CC system for a Class-I UAV is designed and evaluated. The
primary function of the CC system is to achieve a high velocity jet at the trailing edge of
a Circulation Control Wing, thus enabling improved performance. The presented thesis
establishes the foundations and technical details of design, development and computation-
al/experimental testing of the CC system.
A detailed design and aerodynamic study is conducted on a light weight air supply unit,
capable of supplying the required mass flow for CC applications. Rapid prototyping is
used to manufacture a light weight compressor weighing 95 grams, which is capable of
providing a Flow Rate (Q) of 0.037 m3/s at a maximum tested RPM of 26000. Detailed
experimental/computational testing of the flow rates, power consumption and pressure ra-
tio are characterized. A computational analysis is conducted to validate the experimental
results and study the internal flow field. A CC system is consisting of a plenum for flow
distribution along the wing span, pneumatic tubing and an inlet junction integrable with the
ASU and the UC2AV are designed and tested. The complete CC system weighing 650 g
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(1.433 lbs) is capable of providing the mass flow to the CCW. The CC system is integrated
on the UC2AV along with Dual Radius Flaps and instrumentation system. The flight testing
of the UC2AV demonstrates that the use of Circulation Control can successfully be applied
to Class-I UAVs, despite the space and power constraints. In conclusion, the CC system
developed and integrated on-board the UC2AV successfully enhances the aerodynamic per-
formance of the airplane while reducing take-off distances.
6.2 Future Work
The research carried out in this dissertation can be advanced in three directions: change
of manufacturing methods and materials, application of the CC system for a multiple
plenum based wing to provide the benefits of CC over the entire wing and test for scalabil-
ity of the system for its applications towards manned aircraft. Through the entire research
the manufacturing was restricted by the weight restrictions on-board the UAV and the ASU
and pneumatic system were manufactured through rapid prototyping using ABS plastic.
However, future developments to this work may use high precision tooling methods (CNC
milling) and the use of light weight metal alloys to achieve better tolerances can be inves-
tigated. CC on-board the UC2AV was only applied to 40% of the wingspan. Future work
can include modification of the pneumatic system to achieve CC on the entire span of the
wing to further improve the performance of the plane. Since centrifugal compressors are
scalable within the same range of Reynolds numbers, the ASU can be scaled-up to meet
the additional flow rate requirement of such a system and for applications on personal air
vehicles and larger UAVs.
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